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NORFOLK  SOUTHERN  RAILROAD 


In  discussing  the  Valuation  Report  on  the  Norfolk  Southern 

Railroad  Company,  we  will  begin  with  the  study  of  the  text  of 
the  Engineers*  Report  accompanying  the  detailed  sheets. 

Mileage. 

The  tabulated  statement,  beginning  on  pages  2  and  3  of  this 
report,  represent  the  Norfolk  Southern  mileage  for  side  track, 
,  second  track  and  main  line  to  be  equivalent  to  940.837  miles, 
whereas  this  company's  records,  based  on  the  same  surveys, 
indicate  the  mileage  to  be  957.77.  This  difference  is  largely 
made  up  in  side-track  mileages  from  various  valuation  sections. 
We  have  no  record  of  any  exclusion  of  side  tracks  belonging 
to,  or  claimed  by  this  company,  as  their  property.  We  have 
furnished  our  claims  in  reference  to  all  matters  that  have  been 
in  question,  and  our  belief  was,  that  these  side-track  mileages 
would  be  allowed* 

Construction  Divisions. 

The  three  general  construction  divisions  into  which  the 
road  has  been  divided  by  the  report  are : 

The  Northern  Division,  extending  from  Norfolk  to  Choco- 
winity,  with  its  branch  lines. 

Central  Division,  extending  from  Chocowinity  eastwardly, 
embracing  the  line  to  New  Bern  and  all  branch  lines,  to 
Cape  Fear  River,  west  of  Varina. 

Western  Division,  main  and  branch  lines  between  Cape  Fear 
River  and  Charlotte,  N.  C. 

These  are  natural  divisions,  and  the  work  could  be  satis- 
factorily handled.  However,  for  the  best  results,  one  of  these 
divisions  would  necessarily  be  divided  into  two  subdivisions, 
because  of  natural  obstacles. 

The  construction  north  of  Albemarle  Sound,  and  embracing 
the  Albemarle  Sound  Bridge,  could  better  be  handled  as  one 
subdivi^n;  and  the  construction  firom  Mackeys  Perry  and 
branch  lines  and  the  bridge  over  Pamlico  River,  near  Washing- 
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ton,  could  be  embraced  in  the  second.  Becausie  of  the  impor- 
tance of  the  trestles  on  the  Albemarle  Sound,  the  Pamlico 
River,  the  Neuse  River,  the  Trent  River  and  at  Beaufort  and 
similar  points,  it  wotdd  appear  that  resident  engineers  would 
be  required  at  these  points.  The  engineering  force,  as 
outlined  in  the  construction  program,  should  be  increased. 

Time. 

The  time  allowed  for  reconstruction,  namely,  two  years, 
is  insufficient.  Assuming  this  road  as  non-existent,  and  the 
trafl&c  conditions  as  of  1912  to  1914,  the  delay  in  handling 
materials  will  be  very  great;  mudi  materials  will  have  to  be 
sent  in  and  stored  at  delivery  pc»nts;  freight  rates  will  be  high 
because  of  the  necessity  of  handling  materials  long  distances 
by  rail;  many  delays  will  be  encountered  in  getting  plant  to 
site  of  work,  and  because  of  difficulties  in  getting  material 
deliveries  and  the  distribution  of  same.  Our  betief ,  borne  out 
by  experience  in  the  particular  section  of  country  through 
which  this  road  passes,  and  based  on  time  consumed  necessarily 
in  similar  work  on  this  line,  is  that  not  less  than  f oiu:  years,  after 
reconnoissance  and  location  is  completed,  should  be  allowed  for 
the  completion  of  the  lines. 

Not  less  than  two  years  will  be  required  for  the  grading  and 
bridge  building;  the  track-laying  and  surfacing  will  require 
at  least  six  months  after  grading  is  completed,  and  one  and  cme- 
half  years  will  not  be  too  much  time  for  ballasting  and  the 
erection  of  buildings,  etc.  It  is  assumed  that  buildings,  water 
.and  fuel  stations,  power  plant,  etc.,  will  be  constructed  as  soon 
as  track  is  laid  for  transportation  of  materials.  It  is  hardly 
possible  to  hIo  this.  Time  must  be  had  for  the  study  of  the 
country  from  a  traffic  standpoint  and  the  decision  as  to  the 
character  of  buildings  and  their  extent  and  the  location  of  sta- 
tions, and  like  studies  must  be  made  of  location  water  and 
fud  stations,  sources  of  vmter  supply  must  be  invest^ted,  and 
these  wall  not  be,  and  are  seldom,  erected  immediately  after  the 
laying  of  the  track. 

This  ballasting  could  not  on  this  company's  lines  follow  imme* 
diatdy  bdimd  track-laying.  It  wiU  be  noted  that  at  many 
points  on  the  lines  cinders  are  used.  Tliese  ciaders  must  be 


5 


secured  and  sent  from  distant  points.  The  sand  used  on  some 
of  the  lines,  which  are  aMistracted  entirely  through  clay  coun- 
tries, was  haukd  long  distances.  Timre  is  no  similar  material 

on  the  lines.  The  tracks  leading  from  these  sources  of  supplies 
must  be  constructed  before  the  track  could  be  ballasted  in  a 
similar  manner;  this  would  preclude  the  possibilily  of  ballasting 
immediately  after  tnu^-layii^.  The  system  would  necessarily 
be  to  surface  the  track  roughly,  with  the  best  material  at  hand, 
so  that  construction  trains  could  operate  safely ;  after  the  road 
was  completed  to  the  sources  of  supply,  the  ballasting  material 
would  then  be  hauled;  one  year  is  not  too  much  to  aUow  fat 
this. 

Materiai  Handling, 

In  the  handling  of  nmterials,  Norfolk  would  of  necessity 
be  the  main  receiving  pomt  for  the  Northen  Dividon,  because 

of  its  availability,  both  by  water  and  rail. 

The  points  of  receipt  of  material  would  be  at  Berkley  Ward 
(Norfolk),  Suffolk,  Plymouth  and  Washington. 

At  Sldnn^s  Point  and  Macteys  would  be  located  material 
yards  for  Albemarle  Sound  Bridge,  but  it  is  not  probable  that 
materials  for  this  bridge  would  be  received  by  water. 

When  the  bridge  was  constructed,  the  contractor  found  it 
necessary,  by  reason  of  the  shoal  places  in  the  Albemarle  and 
Chesapeake  Canal,  eight  and  one-half  feet  depth  of  water,  the 
Croatan  Sound,  seven  to  nine  feet  water,  and  North  River,  eight 
feet  water,  and  uncertainties  of  navigation,  to  receive  all  of  the 
material  used  in  the  construction  at  Norfolk,  from  which  point 
it  was  transpcnted  by  rail*  Under  the  reconstruction  program, 
the  bulk  of  this  material  would  probably  be  received  from 
Southern  points  by  vessel  at  Norfolk,  and  from  there  transported 
by  rail  over  the  Norfolk  Southern  new  lines,  seventy-seven 
miles  to  Skinner's  Point,  or  from  Plymouth,  N.  C,  by  the  new 
lines,  eleven  miles  to  Mackeys  Ferry.  The  inland  waterway 
carries  twelve  feet  depth  of  water  from  Beaufort,  N.  C,  to 
Albemarle  Sound  since  January,  1911,  while  Norfolk,  through 
the  Albemarle  and  Chesapeake  Canal,  the  minimum  water 
depth  is  eight  and  (me-half  feet.  The  difficulties  and  delays 
for  entry  through  Beaufort  Inlet,  due  to  narrow  channels  and 
shoals^  must  be  given  serious  consideration* 
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On  the  Central  Division  the  materials  for  the  constructioii  of 
the  Beaufort  tjrestle  would  probably  be  received  by  water 
from  southern  points.  It  is  suggested,  that  from  these  numer- 
ous storage  points,  vsfhen  the  ccmipany's  present  tracks  are 
intersected  by  other  lines,  that  the  material  can  be  delivered 
and  moved  over  the  new  tracks  as  they  are  laid;  this  to  include 
culvCTt  pipe  and  bridge  material.  If  this  plan  is  followed,  the 
constructi<m  wrak  will  be  seriimsly  delayed,  and  the  a>st  will  be 
increased.  It  is  not  practical  to  handle  culvert  pipes  over  the 
tracks  as  the  track-laying  progresses;  except  for  the  small 
opening,  it  will  either  necessitate  the  construction  of  temporary 
work  over  the  (^>enings  <»*  the  track  work  will  be  greatly 
delayed.  In  the  actual  construction  of  this  company's  lines 
the  bridge  material  for  the  most  important  steel  bridges  were 
hauled  over  the  Norfolk  Southern  tracks  after  they  had  been 
laid.  We  found  that  progress  was  very  much  delayed  and  that 
there  was  not  a  continuous  performance.  The  work  for  track- 
laving  was  frequently  stopped,  sometimes  for  several  weeks  at 
the  time,  waiting  for  bridge  material.  These  delays  appear 
not  to  have  been  taken  in  account  for  the  estimate  for  time  of 
reconstruction.  It  is  frequaitly  cheaper  to  haul  material  by 
wagons  and  other  means  than  to  provide  temporary  work  ior 
openings.  In  order  to  complete  the  construction  within  the 
time  allotted  it  would  not  be  possible  to  depend  on  the  steam 
shovel  working  out  from  juncticm  points.  It  was  d^onstrated 
clearly  on  this  company's  lines,  that  by  reason  of  natural  divi- 
sions, shovels  had  to  be  frequently  hauled  over  many  miles 
through  the  country  to  points  they  were  to  work;  this,  of 
course,  is  an  added  expense  to  be  taken  into  account  by  the 
contractors. 

Borrow  Pits. 

The  location  of  the  principal  borrow  pits,  as  listed  by  the 
Engineer's  Report,  are  cwrect.    We  beg,  however,  to  call 

attention  that  practically  all  of  the  borrowed  material  on 
section  1,  for  the  Currituck  Branch,  w^as  hauled  from  this 
Cape  Henry  borrow  pit,  an4  because  of  inability  to  operate 
electric  cars  through  Haynes  Avenue  the  haul  must  be  frcmi 

the  foiu:teen-mile  post,  on  the  North  Electric  lyine,  vi^  Cape 
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Henry,  Virginia  Beach  to  Euclid,  to  point  where  the  Curri-- 

tuck  Branch  leaves  the  Electric  Line;  this  would  aggregate  a 
haul  of  19.4  miles.  The  material  for  filling  roadbed  for  about 
eleven  miles  of  the  Belhaven  Branch  and  a  large  percentage 
of  the  Columbia  Branch  was  hauled  from  Mackeys  Fmy, 
making  an  average  haul  of  15  miles  on  Belhaven  Branch  and 
10  miles  on  the  Columbia  Branch. 

Pay  iiethods  and  Pricas. 

As  to  the  method  of  figuring  pay  quantities,  the  re- 
port is  correct,  in  that  the  work  on  the  Norfolk  Southern 
has  been  generally  done  cm  the  oi^-way  ba^.  On  some 
contracts,  however,  overhaul  was  allowed.  It  is  stated 
that  where  overhaul  was  included,  due  consideration  has  been 
given  in  fixing  prices;  special  mention  is  made  of  the  con- 
tract with  J.  G.  White  &  Co.  for  construction  on  our  Raleigh- 
Washington  line.  By  examinatimi  of  these  contracts  and 
the  unit  prices  paid,  it  will  be  found  that  for  this  portion  of 
the  line,  from  Washington  to  Zebulon,  twenty-three  cents  per 
cubic  yard  is  allowed,  and  from  Zebulon  to  Raleigh,  twenty* 
five  cents  is  allowed  for  handling  day,  sand  and  loam,  forty  cents 
(40  cents)  for  loose  rock,  seventy  cents  for  solid  rock.  The  prices 
actually  paid  to  contractors  in  1907  between  Raleigh  and 
Zebulon  was  twenty-five  cents  for  common  excavation,  forty 
cents  for  loose  rode  and  e^ty  cmts  for  solid  rock.  The 
above  prices  were  based  upon  the  furnishing  free  by  the  rail- 
road company  the  use  of  its  existing  tracks  without  charge. 
For  the  balance  of  this  line,  between  Washington  and  Zebulon, 
the  company  actually  paid  under  the  cotitract,  as  partial 
payments,  twenty-one  cents  for  common  excavation;  thirty 
cents  for  loose  rock;  seventy-five  cents  for  solid  rock;  overhaul 
was  paid  for  at  one  cent  per  hundred  feet  per  yard  after  three 
hundred  feet  free  haul.  In  addition  to  these  prices,  a  sum  of 
|90/)00  for  the  seventy-nine  miles  was  paid,  which  amount 
would  add  approximately  ten  cents  per  yard  for  every  yard  of 
material  handled  on  this  work.  This  would  make  the  cost  of 
ommcni  excavation  on  this  line  thirty-<me  cents;  loose  rodk» 
forty  caits,  and  solid  rock  eighty-five  cents.  It  appears  that  due 
condd»ation  has  not  been  given  to  these  actual  costs,  and  that 
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if,  in  fixing  the  prices,  overliaul  allowances  were  addedt  the  bade 

price  was  entirely  too  low,  hence  all  prices  for  grading  are  too 
low. 

Grading, 

The  report  figures  are  said  to  be  based  on  information  in  ref- 
erence to  ocmstmction  on  this  and  similar  lines  for  work  done 
several  years  ago,  since  which  time  labor  has  advanced  frcmi 
$1.00  per  day  to  $1.25  and  S1.7o  per  day.  The  cost  of  mainte- 
nance of  teams  has  increased  twenty-five  to  fifty  per  cent.; 
skilled  labor  has  increased  twenty-five  to  fifty  per  cent.,  and 
due  ccmmderation  mn^  be  given  to  the  diflSculties  in  reaching 
points  for  working  steam  shovels.  The  imit  prices  mentioned 
in  the  contract  on  which  these  prices  seem  to  have  been  based 
are  always  exceeded.  There  are  many  items  of  extra  cost  that 
would  frequently  raise  the  unit  price  ftmn  four  to  ei|^t  cents 
per  cubic  yard.  Hiis  company  has  paid  for  common  excava- 
tion prices  varying  from  twenty-five  cents  between  Raleigh  and 
Zebulon  to  thirty-one  cents  between  Zebulon  and  Washington, 
and  thihy-three  cents  between  Mackeys  Feny  and  Plymouth* 
Based  on  cost  of  work  on  this  company's  lines  under  conditions 
prevailing,  unit  prices  paid  and  contractor's  testimony,  in  con- 
nection with  the  lines  between  Mt.  Gilead  and  Charlotte,  we 
believe  that  for  common  excavation  on  the  Nc^rthem  construe- 
ticm  district  the  price  of  not  less  than  thirty  cents  per  yard 
should  be  allowed.  On  the  Central  district  nothing  less  than 
the  fpllowing  prices  should  be  allowed: 


These  prices  are  based  on  the  contract  prices  and  actual  cost 
of  construction  on  these  lines.  Much  of  the  work  in  rock  cuts 
osk  the  West  Central  and  Western  Divisions  cost  the  contractors 
considerably  more  money  than  they  received.  Swotu  testi- 
monies of  the  contractor  have  indicated  that  some  of  the  solid 
rock  cost  more  than  $1.00  a  yard;  it  does  not  appear  that  due 
consideration  has  been  given  to  the  excess  cost  of  construction 
over  and  above  contract  prices.   For  instance,  the  extras  on 


Fot  common  excavation.^ 

For  loose  rock  

For  sohd  rock.  


.31  cents. 

45  cents. 
.80  cents. 


PRESIDENTS'  CONFERENCE  COMMITTEE 

FEDERAL  VALUATION 


937  CoiaasBCiAi.  Tkobt  Btnu>iNo, 

PaniADKLFHiA,  Pa.,  August  8, 1916. 

In  order  that  the  text  of  Mr.  Nicholson's  comments  on  the  report  of 
the  Norfolk  Southern  road  may  be  complete,  I  would  be  glad  if  you  would 
insert  at  the  middle  of  page  9  of  the  report  before  the  sub-heading 
"Ballast"  the  attached  printed  slip,  which  was  unintentionally  omitted 
in  minting  these  comments. 

H.  C.  Phillips, 

AuUtant  General  Searetam. 


In  many  of  the  swamps  and  river  bottoms,  through  which 
this  company's  lines  pass,  it  was  necessary  to  construct  log 
and  brush  corduroy,  or  mattress,  to  support  the  roadbed.  The 
engineers  have  estimated  a  price  for  this  mattress  of  2  coits 
to  14  cents  per  lineal  foot ;  this  appears  to  be  an  error,  as  our 
experience  has  taught  us  that  these  mattresses  cannot  be  con- 
structed for  this  price.  We,  however,  have  no  contract  prices, 
that  would  give  actual  costs  on  this  work,  as  practically  all  of 
such  work  was  done  by  force  account.  One  dollar  ($1.00)  per 
lineal  foot  would,  however,  be  very  much  nearer  the  correct 
figure.  The  probabilities  are  that  the  engineers  intended  to 
figure  the  square  feet  rather  than  the  lineal  feet.  These  mat- 
tresses are  on  the  average  fifty  feet  in  width,  and  of  the  length 
of  track  through  the  swamp.  It  is  assumed  in  the  report, 
that  the  contractor  will  build  the  corduroy  mattress  and 
include  this  in  his  unit  price  for  grading.  This  is  seldom,  if 
ever,  done  in  the  district  through  which  this  company's  Imes 
operate,  and  should  it  be  done  by  the  contractor,  he  would 
probably  increase  his  unit  price,  and  the  price  allowed  for 
Kcavation  is  not  sufficient  to  absorb  these  jExcesses. 
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grading  on  the  line  between  Mt.  Gilead  and  Charlotte  aggre- 
gate about  four  cents  for  each  yard  of  material  handled^  and,  in 
addition  to  this,  the  court  awoxd  to  the  ccmtractor,  by  reason 
of  there  being  more  rock  in  the  cuts  than  that  upon  which  the 
contractor  based  his  average  cost  for  unclassified  material, 
increased  the  price  per  cubic  yard  for  all  material  by  five  cents. 
On  the  Western  Division  the  contractor  bid  forty-six  cents  for 
unclassified  material;  this  work  actually  cost  the  railroad  com- 
pany fifty-five  cents  per  yard  imclassified.  To  reimburse  the 
railroad  company  for  money  actually  eiq>ended  in  the  con- 
struction of  this  line,  the  prices  must  be  thirty-six  cents  for 
common  excavation,  fifty  cents  for  loose  rock  and  eighty-five 
cents  for  solid  rock.  Based  on  these  costs  and  comparisons  with 
the  unit  prices  used  in  the  Report,  it  appears  due  allowance  has 
not  been  given  for  contractor's  profits.  Work  of  thi3  character  is 
generally  let  to  general  contracting  concerns,  and  they  in  turn 
sublet;  thus  the  profit  to  the  sub-contractor  and  general  con- 
tractor must  be  added  to  the  actual  cost  of  work.  Our  belief  is 
that  in  arriving  at  imit  prices  on  this  company's  line  most  care- 
ful- consideration  should  be  given  to  actual  cost  because  thetr 
conditions  are  peculiar,  and  costs  on  other  lines  would  not 
necessarily  be  the  same. 

Ballast, 

The  ballast  quantities,  as  obtained  by  measurement,  are  not 
sufficient  to  cover  the  actual  material  used.  This  material, 
after  it  has  been  deposited  and  tamped  in  position,  would  not 
be  accurately  shown  by  measurement  in  place.  The  solidifi- 
cation, by  reason  of  the  traffic  that  has  passed  over,  has  very 
materially  reduced  the  cross^section,  and  at  least  twenty-five  to 
thirty  per  cent,  should  be  added  to  the  figured  quantities  to 
obtain  the  actual  quantities.  We  do  not  beheve  ten  per  cent, 
will  cover  the  shrinkage. 

Loss  and  Waste, 

The  allowance  made  for  loss  and  wastes,  track  spikes,  bolts, 
nutlodcs  and  bars,  are,  we  believe,  entirely  too  low.  These 

percentages  should  be  materially  increased,  the  more  accurate 
allowance  being  ten  per  cent,  for  spikes,  five  per  cent,  for  nut- 
locks,  and  three  per  cent,  for  angle  bars,  five  per  cent,  for  tie 
plates,  five  per  cent,  for  bolts  and  one  per  cent»  for  rails. 
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Shrinka9»« 

It  is  stated  that  an  allowance  of  ten  per  cent,  has  been 
added  to  materials  to  cover  shrinkage.  It  must  be  remembered 
that  this  is  simply  c»:dinary  shrinkage  allowance  and  does  not 
take  in  consideration  the  losses  to  the  new  roadbed  and  the 
expense  of  maintaining  same,  until  the  roadbed  has  become  firm 
and  the  outer  surface  has  become  protected  by  growth,  which  is 
the  present  condition  of  most  of  the  roadbed  on  the  Norfolk 
Southern  Railroad. 

Within  the  time  allowed  we  have  been  unable  to  check 
the  actual  quantities  to  ascertain  whether  the  proper  subsi- 
dence has  been  allowed  in  places  where  subsidence  was  pro- 
nounced; they  were,  however,  pointed  out  and  agreed  upon 
in  the  field.  It  will  be  necessary  for  us  also  to  check  up  the 
hidden  quantities  to  ascertain  whether  anything  has  been 
overlooked. 

Account  No.  3— Clearing  and  GrubbHng. 

The  amounts  allowed  for  clearing  and  grubbing,  forty  dol- 
lars for  clearing,  and  sixty  dollars  for  grubbing,  are  based  on 
prices  paid  on  this  company's  lines.  It  must,  however,  be 
recognized  that  in  the  past  these  costs  have  been  under-esti- 
mated. The  contractors  are  now  realizing  the  necessity  for 
closer  figures  on  these  items,  and  our  l)elief  is  that  in  this  cost 
of  reproduction  fifty  dollars  should  be  used  for  clearing  on  this 
company's  lines.  The  average  price,  sixty  dollars  per  acre  for 
grubbing  through  the  entire  ^stem,  would  even  up  to  what 
would  be  a  fair  price. 

Sodding, 

No  allowances  appear  to  have  been  made  for  sodding;  prac- 
tically all  of  this  company's  roadbed  has  vegetation  growing 
and  well  rooted,  which  forms  a  valuable  protection  to  the  road- 
bed. To  get  the  roadbed  in  this  condition  has  cost  this  corn- 
pan}-  considerable  money  in  the  maintenance  of  roadbed,  the 
encouragement  of  growth  and  trimming.  To  reproduce  this 
natural  growth  would  cost  at  least  one  cent  per  square  foot. 

Account  No.  6.  Pipe. 

Prices  applied  to  cast-iron  culvert  pipe  is  in  accord  with 
ccmtract  prices  prevailing  on  this    company's  Hues.  Prices 
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for  vitrified  pipe  appear  to  be  the  price  of  pipe  plus  the  cost  of 
handling  plus  the  freight  charges,  but  does  not  appear  to  include 
the  cost  of  hauling  to,  and  placing  under,  the  roadbed.  The 
cost  to  haul  pipe  £uid  place  in  the  wcn-k  is  practically  equivalrat 
to  the  cost  of  the  pipe  delivered  at  distribution  point;  nearly 
100  per  cent,  should  be  added  to  the  prices  that  have  been 
assigned  for  vitrified  pipe.   The  prices  assigned  to  cmrugated 
iron  pipe  are  very  much  less  than  this  company  has  been 
able  to  contract  for  such  work.    It  appears  that  the  prices  do 
not  include  the  cost  of  hauling  from  supply  yards  to  site  of 
work  and  placing  in  the  work;  for  instance,  the  price  assigned 
to  twelve-inch  pipe,  in  place,  is  sixty-three  cents;  this  com- 
pany has  contracted  this  work  at  price  of  one  dollar  per  foot 
and  twenty-four-inch  pipe  is  priced  at  SI. 24,  whereas  the 
Norfolk  Southern  pays  $2  per  foot;  thirty-six-inch  pipe 
is  priced  at  $2.22,  NcnioUc  Southan  has  paid  $7  per  foot.  It 
appears  that  no  allowance  has  been  made  for  handling,  hatding 
and  placing  of  the  pipe. 

These  prices,  as  quoted  in  the  text  of  the  Engineers'  Report, 
are  based  on  price  f .  o«  b.  cars  Greensboro,  to  which  is  added 
freight  from  and  through  delivery  point,  and  price  for  unload- 
ing, storing  and  handling. 

It  it  stated  that  the  culvert  pipe  will  be  removed  from  con- 
struction yard  to  direct  point  of  installation.  It  appears 
that  this  cost  of  handling  from  storage  yard  to  point  of  in- 
stallation and  the  cost  of  installation  has  been  omitted. 

Trestle  Timber, 

With  reference  to  the  prices  for  trestle  timber  and  piles, 
it  is  stated  that  the  price  includes  delivery-  f,  o.  b.  cars  junction 
point,  cost  of  work-train  service  to  site  of  installation,  etc. 
It  must  be  remembered  that  many  of  the  trestles  will,  of 
necessity,  be  built  prior  to  the  laying  of  the  track  rails,  other- 
wise the  work  will  be  seriously  delayed,  and  the  hauling  by 
wagons  of  this  material  will  cost  considerably  more  than  that 
by  work  trains.  The  materials  for  the  larger  trestles,  crossing 
the  estuaries  al<nig  the  Atlantic  coast,  from  Norfdk  to  Wash* 
ington  and  New  Bern,  cannot  all  be  delivered  by  boat  direct 
to  the  site  of  the  work.    The  depth  of  the  water  at  the  inlets 
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and  in  the  Core  and  Ctoatan  Sounds  will  not  permit  of 

ocean-going  vessels  entering,  bearing  the  timber  and  piles 
from  southern  points.  During  the  construction  of  these 
trestles  it  was  found  necessary  to  transport  the  greater  portion 
of  the  lumber  by  rail  to  points  of  use.  This  will  increase  the 
unit  cost  and  should  be  figured  upon  the  piles  and  timber, 
for  all  of  the  trestle  timbers  used  in  the  Northern  construc- 
tion district  must,  of  necessity,  be  shipped  from  points  south; 
the  timber  is  heart  cypress  and  Icmg-leaf  yellow  pine,  ncme 
ci  which  can  be  found  within  the  boundaries  of  this  construc- 
tion district. 

On  the  Central  District  a  very  small  quantity  of  this  class  of 
timber  can  be  obtained. 

On  the  Western  District  practically  all  of  the  pine  timber 
must  be  shipped  for  construction  purposes;  some  of  the  oak 
timber  and  piles  could  be  obtained  on  this  line.  All  creosoted 
piles  must  be  obtained  from  points  beyond  Norfolk,  sent  to 
Norfolk  for  treatment,  and  from  that  point  distributed  to  point 
of  use;  there  are  no  creosoting  plants  on  the  line  other  than  at 
Norfolk,  Va.  Because  of  the  distant  points  from  which  the 
piles  must  be  obtained  the  allowance  of  forty-five  cents  per 
foot  tmder  cut-off  is  npt  sufficient.  This  company  paid,  in  its 
construction  between  Mt.  Gilead  and  Charlotte,  fifty  cents  per 
foot,  and  between  Varina  and  Colon  forty  to  fifty  cents  per 
foot.  Creosoted  piles,  with  fourteen  pounds  of  oil,  were  to  cost 
sixty  cents  per  foot.  The  average  price  paid  for  creosoted 
piles  f.  o.  b.  Norfolk,  for  lines  west  of  Raleigh,  was 
twenty-eight  cents  per  lineal  foot  f.  o.  b.  cars  creosoting  plant 
Norfolk;  adding  to  this  cost  for  driving,  regular  freight  charges 
over  other  lines,  and  cost  of  unloading  at  site  of  work,  would 
bring  the  cost  of  these  piles  up  to  sixty  cents  without  any 
profit  being  added  for  contractor,  or  accounting  allowance  for 
waste. 

Based  on  our  experience  and  the  cost  of  work  done  by  this 
company,  in  which  mdny  of  these  piles  were  used,  we  believe 
the  price  of  sixty  cents  per  foot  to  be  too  low  to  pay  actual  costs, 

and  ask  that  this  be  increased  to  sixty-five  cents  for  piles 
treated  with  fourteen  pounds  of  oil,  which  are  used  in  fresh  water 
up  in  the  high  lands,  and  to  seventy-five  cents  per  foot  where 
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sixteen  to  twenty  pounds  of  oil  are  used  in  salt  water  infested 
with  toredo.  Price  of  fifty  cents  per  foot  under  cut-off  should 
be  allowed  for  untreated  piles  in  all  constructikm  districts.  The 
price  of  thirty-eight  dollars  allowed  for  untreated  oak  timber 
isn't  sufficient  to  cover  the  cost;  we  find  that  very  little,  if 
any,  difference  is  made  in  the  contract  prices  for  either  long- 
leaf  pine  or  white  oak, 

MASONRY. 

The  price  for  all  mascmry  for  which  it  has  been  s^lied  is 
too  low;  it  must  be  noted  that,  stone  suitable  for  concrete  can 
be  found  at  very  few  places  on  this  company's  lines.  These 
prices  would  apply  to  some  concrete  masonry  built  imder 
favorable  conditions,  but  would  not  apply  to  a  large  number 
ci  cases  wh^  the  places  are  inaccessible,  requiring  hauling  of 
materials  over  country  roads  by  wagons,  and  where  difficulty 
is  encountered  in  building,  forming,  holding  back  water,  quick- 
sands, etc.,  which  excess  cost  would  not  be  covered  by  the 
aUowed  cost  for  wet  excavation.  The  cost  of  forming  does 
not  appear  to  have  been  figured  into  these  unit  prices.  Work 
has  been  done  on  the  Norfolk  Southern  for  these  prices 
and  at  times  even  less,  but  we  have  paid  considerable  in  excess 
of  these  prices  at  times,  especially  on  the  Albemarle  Soond 
Bridge.  Price  paid  for  concrete  for  the  Sdierzer  Draw  for 
foimdation  was,  for 

1:3:5  Mixture  $10.00 

1:1:2  Mixture  16.00 

We  believe  that  the  prices  assigned  should  be  increased, 
should  be  not  less  than — 

$10.50  for  Class  "A"  Concret^l  :  2  :  4  Mixture 
9.50  for  Class  "B"  Concrete  1:3:5  Mixture 
12.00  for  Class  **C"  Concrete  1:1:2  Mixture 

In  reinforced  concrete  the  price  should  be  twelve  dollars  plus 
the  reinforcement  and  cost  of  placing.  It  must  be  borne  in  mind 
that  the  Norfolk  Southern  facilities  were  given  to  contractors 
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on  all  of  this  work,  which  enabled  them  to  make  a  much  lower 
price  than  could  be  obtained  if  the  entire  road  was  to  be 
reconstructed  as  is  now  contemplated. 

Dry  Excavations. 

The  price  of  eighty  cents  for  dry  excavation  in  bridge  foim- 
datioas  is  an  avmtge  price.  This  company,  has  paid,  how- 
ever, one  dollar  per  cubic  yard  for  such  work  and  it  appears  to 
be  a  generally  recognized  price  for  such  work  in  this  vicinity. 

Wet  Excavations. 

The  wet  excavation  will  cost  $2.50  per  yard. 

On  the  Northern  construction  district  quicksands  would 
be  encountered  in  nearly  all  foundations  that  went  three  to 
four  feet  below  the  surface  of  the  ground.  This  excavation 
would  be  e2q>endve  and  any  ccmtractor  aware  d  conditions 
would  not  bid  less  than  $2.50. 

Bridge  Steel. 

The  prices  assigned  to  bridge  steel  for  plate  girder,  deck 

bridges,  viaducts,  etc.,  are  from  3.4  cents  to  3.7  cents;  appears 
to  have  been  made  up  from  a  study  of  bids  received  by  the 
Norfolk  Southern  for  work  on  its  new  lines.  Recognition, 
however,  has  not  been  given  to  the  fact  that  there  was  an 
added  expense  to  the  railroad  company,  by  reason  of  its  agree- 
ment to  handle  free  of  cost,  the  bridges  from  point  of 
delivery  on  its  line  to  the  site  of  the  work  with  its  own  work 
tnuns,  as  the  company  was  doing  the  track-laying;  neither 
does  it  indude  the  cost  assessed  the  Norfolk  Southern  Rail- 
road Company  for  demurrage  on  cars  held  with  bridge  material 
awaiting  track-laying  to  the  bridge  sites.  This  happened 
in  nearly  every  instance  and  allowance  should  be  made  to 
cover  these  contingencies.^  These  ccmtingendes  would  amount 
to  at  least  one-half  cent  per  pound.  We  believe  that  the 
price  for  plate  girder  bridges  should  be  four  cents  per  pound, 
whereas  foiu:  cents  per  pound  has  been  used  for  rivet  truss 
Inidges.  Four  and  one-half  cents  should  be  the.  prevailing 
price.  The  price  of  five  cents  per  pound  has  been  assigned 
for  the  steel  in  the  Scherzer  Rolling  I^ift  Bridge,  in  the  Albe- 
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marie  Swnd,  and  elevai  cents  for  nuvchinery;  a  price  of  3.4 
cents  has  been  assigned  to  small  drawbridge  and  eleven  cents 
for  machinery  and  3.7  cents  per  pound  for  five-plate  girder 
through  bridges.  These  prices  are  less  than  the  amounts 
actually  paid  by  the  railroad  company  to  the  contract<n:5. 
To  these  prices  should  be  added  the  freight  charges  from 
Norfolk  to  the  site  of  the  bridge,  which  would  increase  the 
assigned  prices  to  at  least  four  cents  for  the  plate  girders, 
and  five  and  one-half  cents  for  the  Scherzer  bridge.  The 
machinery  for  the  operation  of  these  drawbridges  would  cost 
at  least  fifteen  cents  per  pound,  whereas  only  eleven  cents 
has  been  assigned. 

CROSSTIES. 

We  note  that  the  Report  states  that  the  price  for  cross- 
ties  was  based  on  a  study  of  prices  paid  by  the  Norfolk 

Southern  Railroad  Company  for  six  years  prior  to  June  30, 
1914,  and  that  these  prices  were  tabulated  and  the  trend  of 
prices  worked  up  and  a  composite  normal  price  for  all  classes  of 
ties  secured,  to  vftinck  was  added  freight  in  case  of  ties  that  could 
not  be  secured  locally.  It  was  stated  that  to  these  prices  were 
added  one  cent  per  tie  for  inspection,  and  two  cents  per  tie  for 
handling  at  yards.  In  the  case  of  treated  ties,  price  of  forty 
cents  is  assumed  for  treatment,  and  to  the  original  cost  is  added 
one  and  one-half  cents  for  unloading  and  handling  at  the  treat- 
ing plant. 

The  reproduction  of  this  railroad  is  assumed  to  be  during 
1912, 1913,  1914;  the  average  price  paid  for  ties  by  the  Norfolk 
Southern  Railroad,  delivered  on  the  right  of  way,  was  46.6 
cents;  practically  all  of  the  ties  thus  secured  were  purchased  on 
the  Central  or  Western  Divisions,  oak  ties  being  purchased  . 
along  the  line  of  the  road  and  the  pine  ties  being  shipped  in 
from  other  lines  and  ddivaied  to  the  Norfolk  Southern  at 
junction  points;  if  to  these  prices  were  added  your  figures  of 
one  cent  for  inspection,  two  cents  for  handling  at  yards,  the 
price  for  ties  on  the  Western  and  Central  Divisions  would  be 
49.6  cents,  whereas  forty-eig^t  cents  was  actually  paid  for  ties 
during  the  construction  period,  to  which  should  be  added  one 
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and  one-half  cents  for  inspection,  two  cents  for  handling, 
making  fifty-one  and  one-half  cents. 

As  to  the  ties  for  the  Northmi  Division,  all  of  the  ties  re- 
quired for  this  work  mtist  be  secured  at  points  other  than 
along  the  line  of  the  road,  and  be  shipped  to  Norfolk,  Suffolk, 
Plymouth  and  Washington  for  distribution.  The  price  of  these 
ties  delivered,  would  not  be  less  than  fifty-two  mits;  to  this, 
should  be  added  not  less  than  one  and  <me-half  cent  for  ini^c- 
tion,  and  two  cents  for  handling  in  yards;  the  aggregate  price 
of  cross-ties  for  the  northern  district,  should  be  not  less  than 
fifty-five  and  one-half  cents.  The  Norfolk  Southern  has  a 
large  numbo:  of  creosoted  ties  in  use,  on  its  ncnthan  district 
The  Engineer's  Report  states,  that  they  have  assumed  an 
average  of  forty  cents  per  tie  for  treatment;  this  is  a  fair 
average.  The  ties  necessary  for  treatment  could  not  be 
secured,  delivered  at  Norfolk  creosoting  pkmt,  for  less  than 
forty-five  cents;  to  this  base,  should  be  added  one  and  one- 
half  cents  for  inspection,  one  and  one-half  cents  for  unloading 
and  handling  in  the  yard,  and  one  cent  for  reloading  and 
forty  cents  for  treatment,  which  makes  price  of  eighty-nine 
and  one-half  cents  per  tie  f .  o.  b.  cars  creosoting  plant.  These 
plants  are  not  located  on  the  Norfolk  Southern  Railroad  line, 
and  there  will  be  a  further  charge  for  transportation  and  a 
charge  for  handling,  in  the  railway  supply  yards,  convenient 
to  work  trains;  the  additional  cost  would  be  one  cent  per  tie 
for  switching  charges,  two  cents  for  handling  in  the  railway 
supply  yard;  therefore,  the  price  for  creosoted  ties  on  the 
northern  district,  should  not  be  less  than  ninety-two  cents  per 
tie.  Dtuing  construction,  many  ties  are  lost  or  destroyed, 
due  to  lack  of  care  on  the  part  of  construction  forces;  are 
burned  and  washed  away  during  freshets;  are  frequently  used 
for  cribbing  of  soft  places,  without  allowance  being  made  there- 
for; are  used  in  foundations  for  temporary  structures  and  tem- 
porary tracks,  and  left  by  construction  forces,  and  by  various 
other  causes,  many  ties  are  lost  during  construction  periods. 
In  the  Engineers'  inventories,  no  count  is  taken  of  this,  and 
the  actual  count  of  ties  multiplied  by  a  imit  price,  does  not 
represent  the  cost  to  the  railroad;  an  dlowance  of  not  less  than 
five  per  cent,  should  be  added  to  cover  the  above-mentioned 
contingencies. 
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Bridge  Ties,  Etc. 

Bridge  ties,  guard  rails  and  bracing  on  trestles  have  ali!ra3rs 
been  contracted  for  by  this  company  under  the  general  price 
per  thousand  feet,  for  trestle  work,  the  same  rate  per  thousand 
feet  being  applied.  While  the  initial  cost  of  the  timber  is  less 
than  that  of  the  heavy  timbers,  the  cost  of  frassnng  is  greater, 
and  the  unit  price  applied  to  other  bridge  timber  should  be 
allowed.  The  allowance  of  $17.50  per  thousand  is  not  in 
accord  with  contracts  on  this  line. 

Switch  Timber, 

No  allowance  has  been  made  for  waste  and  loss  in  switch 
timber;  an  amount  equal  to  at  least  five  per  cent  should  be 
allowed. 

Account  No.  9,  Rail, 

It  is  stated  that  the  reproduction  price  of  rails  f.  o.  b.  cars 
Sparrow's  Point  and  Steelton  was  fiunished  by  the  Central 
Bureau.  These  prices  would,  of  necessityi  during  the  assumed 
constraction  period,  be  $28  for  Bessemer  rail  and  $30  for  Open 
Hearth.  The  allowance  made  for  the  rails  delivered  at  re- 
ceiving yards  is  for  Bessemer  $31.73,  for  Open  Hearth  S33.73; 
this  price  is  applied  for  all  divisicms,  and  it  is  also  stated  that 
rails  for  the  nc»them  and  eastern  porttcms  of  the  C^tral  Divi* 
sion  would  originate  at  Sparrow's  Point,  and  for  the  Western 
and  West  Central  Divisions  would  originate  at  Steelton,  Pa. 
The  Bessemer  rail  delivered  at  Norfolk  in  yards  would  cost 
$29.75,  and  the  Open  Hearth  $31.75;  to  this  must  be  added 
the  cost  of  hauling.  For  rails  delivered  at  PI)miouth  and 
Washington,  N.  C,  the  cost  would  be  §31.65  for  Bessemer  rail 
and  S33.65  for  Open  Hearth,  and  for  delivery  at  Goldsboro 
would  be  $33.15  for  Bessemer  and  $35.15  for  Open  Hearth. 
It  appears,  therefore,  that  the  average  price  of  $31.73  for  the 
entire  Northern  Division  is  too  low.  For  rails  west  of  Wilson, 
N.  C,  which  it  is  estimated  will  originate  at  Steelton,  the  cost 
at  all  delivery  points,  between  Wilson  and  Mt.  Gikad,  for 
Bessemer  is  $33.15  and  for  Open  Hearth  $35.15  per  ton.  For 
rails  west  of  Mt.  Gilead,  delivered  at  Norwood  and  Charlotte, 
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the  cost  for  Bessemer  rails  would  be  $33.65,  and  for  Open 
Hearth  $35.65;  it  appears,  therefore,  that  the  assumption  of 
the  prices  of  $31.73  for  Bessemer  and  $33.73  for  Open  Hearth 
cm  these  lines  are  entirely  too  low;  the  rail  could  not  be  de- 
livered at  these  prices.  An  average  price  of  $22.04  is  allowed 
for  rails  on  branch  lines  where  this  rail  has  been  taken  from  the 
main  line  and  laid  on  the  branch  lines. 

We  beg  to  call  attention  to  the  fact  that  this  compsmy  has»  in 
its  entire  history,  bought  very  little  relay  rail;  all  of  the  rail 
•on  its  branch  lines  now  classed  as  relay  rail  is  classed  only  from 
the  point  of  fact  that  it  was  taken  out  of  the  main  line  and 
relaid  on  its  branch  line  and  could  not  be  so  classed  because  of 
ccmdition  of  rail. 

The  Norfolk  Southern  secured  its  rails  for  branch  lines  and 
laying  its  side  tracks  by  removing  the  sixty-pound  rail  from  its 
main  line  and  relaying  with  heavier  rail,  because  of  its  having 
adopted  seventy-  and  eighty-pound  rails  fen;  its  main  tracks*  In 
many  instances  the  sixty-pound  rail  thus  released  was  in  perfect 
•condition  and  had  been  in  use  for  a  very  few  years  under  light 
trafl&c;  its  condition  was  practically  as  good  as  new.  We  believe 
that  under  the  conditicms  the  [nice  allowed  for  relay  rail  is  13  to 
$4  below  the  amount  ft  should  be  if  this  rail  must  be  classed  as 
relayers ;  in  fact,  due  to  its  condition  it  should  be  considered  at 
new  rail  prices  in  the  reproduction.  Fur  certain  side-tracks  an 
allowance  of  $19  per  ton  is  made  for  relay  rail  and  this  is 
probably  due  to  the  fact  that  the  rail  is  not  in  very  good  con- 
dition and  that  a  depreciation  value  has  been  applied.  We  call 
attention  to  the  fact  that  depreciation  is  also  figured  on  this  rail 
and  it  appears  that  it  has  been  twice  depreciated  in  value.  Relay 
rail  prices  shown  on  this  company's  t>ooks  for  leasing  purposes 
are  hereby  arbitrary  and  do  not  necessarily  represent  values. 
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MEMO, 

The  new  rail  prices  in  the  above  have  been  based  as  follows: 

Mill  price  for  Open  Hearth  Rail  per  ton  f.  o.  b.  cars.  S30.00 

Mill  price  for  Bessemer  Rail  per  ton  f .  o.  b.  cars   28.00 

Inspection.  per  ton  05 

Handling  in  yards   „.per  ton  50 

Freight  by  water  to  Norfolk  per  ton   1.20 

Freight  by  rail  Sparrow's  Point  to  Plymouth  £Uid  Wash* 

ington.  per  ton.   3.10 

Freight  by  rail  Sparrow's  Pmnt  to  Goldsboro,  per  ton   4.60 

Freight  by  rail  Sparrow's  Point  to  New  Bern,  per  ton.   3.35 


Freight  Steelton  to  Wilson 

Raleigh 
Varina 
Colon 
Aberdeen 
Asheboro 
to 

Norwood 
Charlotte 


►  per  ton  4.60 

I   per  ton  5.10 


Carload  minimum  44,800  pounds,  unless  marked  capacity  is 
less,  in  which  case  the  marked  capacity  of  car  will  be  minimum 
and  in  no  case  will  minimum  be  less  than  36,300  potmds. 


Account  No.  10,   Other  Track  Materials, 

A  hasty  study  of  this  account  appears  to  sustain  the  unit 
prices  adopted  by  the  engineers.  However,  we  do  not  believe 
diat  sufficient  p^x^ntage  has  been  allowed  for  the  loss  (rf 
bdts,  spikes,  haxs,  tie  plates,  nut-locks,  etc. 


For  Track  Spikes  should  be  allowed  10% 

For  Nut-Locks  should  be  allowed   5% 

For  Angle  Bars  should  be  allowed  3% 

F<m:  Tie  Plates  should  be  allowed    5% 

For  Bolts  should  be  allowed   5% 

For  Rails  should  be  allowed   1% 
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Account  No,  11.  Ballast. 

The  following  prices  were  allowed  for  ballast: 


Cinders    _25  cents 

Sand    .29  cents 

Sand  and  day.  24  cents 

Slate  .   29  cents 

Shell   82  cents 

Earth  18  cents 


These  figures  are  too  low. 

Cinder  ballast  used  on  this  company's  lines  was  largely 
produced  by  the  hne;  however,  in  the  reproduction  it  would 
be  necessary  to  purchase  these  cinders;  they  are  a  commodity 
in  demand  for  use  in  making  concrete,  paving,  etc.,  and  pro- 
viding drainage  to  foundations,  and  have  a  marketable  value. 
This  company  found  it  necessary  to  purc^hase  cinders  at  several 
points,  and  we  paid  eighty  cents  to  cme  dollar  p^  yard,  delivered 
on  cars  at  the  railroad.  If  these  cinders  were  to  be  purchased 
it  would  be  necessary  to  not  only  pay  a  purchase  price  of  at 
least  forty  cents  per  yard,  but  freight  charges  must  be  added 
to  the  point  of  dehvery.  The  price  of  cinder  ballast  dehvered 
to  the  railroad  should  be  not  less  than  sixty  cents  per  yard. 
The  sand  ballast  in  use,  on  much  of  the  Norfolk  Southern 
Railroad,  was  hauled  from  long  distances. 

The  source  of  supply  for  sand  on  the  Northern  construction 
district  was  Cape  H^iry,  Northwest,  Sandy  Cross,  Macke3rs 
Ferry  and  Plymouth.  Property  was  purchased  for  this  pur- 
pose, and  in  some  cases  the  sand  was  bought,  the  fee  in  the 
property  being  retained  by  the  original  owner.  Tracks  had  to 
be  constructed  into  the  sand  pits,  which  tracks  have  long  since 
been  removed.  Near  Cape  Henry,  where  sand  was  secured 
the  railroad  does  not  own  the  property,  and  for  general  fill- 
ing purposes  the  contractor,  for  handling  this  sand,  secured 
about  forty  cents  per  yard.  The  railroad  u^g  what  is 
called  "dirty  sand,"  imfit  for  concrete  piurposes,  secured  the 
material  f.  o.  b.  cars  its  tracks  at  twenty-five  cents  per  yard; 
this,  because  of  the  existence  of  the  railroad  and  its  maintenance 
of  the  tracks  entering  the  pit.  Sand  dehvered  from  this  point 
should  carry  with  it  price  of  forty  cents,  charged  by  the  con- 
tractor, for  sand  dehvered  at  Norfolk. 
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The  average  price  allowed  for  oyster  shell  ballast  is  too  low; 
if  purchased  at  the  date  of  valuation,  would  cost  f.  o.  b.  cars 

eighty  cents  per  yard,  plus  freight  charges  to  material  yards. 

The  slate  ballast,  for  which  twenty-nine  cents  is  allowed, 
should  carry  with  it  the  price  allowed  for  cinders,  as  it  must  be 
purchased  from  the  out^e  loaded  (m  cars.  Because  of  the  use 
of  cinders  and  oyster  shells  for  ballast,  this  company  having 
on  its  line  approximately  seventy-one  miles  of  track  ballasted 
with  shells,  it  would  be  impossible  to  carry  on  the  ballasting 
dosely  behind  the  track-laying;  in  fact,  it  would  not  be 
good  practice  to  ballast  the  track  <m  new  roadbed  with  oyster 
shells.  It  would  be  much  more  preferable  to  use  sand  to  form 
a  base  and  use  the  track  in  this  way  until  the  roadbed  has 
become  more  sohd.  The  unit  price  for  ballast  f  o.  b.  cars 
dehvery  points,  is  generally  too  low.  The  quantities,  we  note, 
have  only  ten  per  cent,  added  to  the  actual  measurements  to 
provide  for  shrinkage.  We  do  not  believe  this  sufficient  for 
ballast;  at  least  twenty-five  per  cent,  should  be  added,  in  order 
that  qi^tities  may  be  mote  equal  to  material  acttuiUy  used. 

Account  No.  12.    Track-laying  and  Surfacing. 

Seven  htmdred  dollars  ($700)  for  main  line  rail  sixty-five 

pounds  and  over;  five  hundred  dollars  ($500)  for  sixty  pounds 
and  under.  It  is  possible  to  contract  for  track-laying  and  the 
rough  surfacing  for  this  price  per  mile;  the  result  is  the  track 
not  ready  for  (^>eration — ^hardly  suitable  for  wmk  train  service. 
Before  track  has  reached  the  condition  for  regular  train  service, 
at  schedule  speed,  it  has  to  be  raised  three  to  four  times.  The 
cost  of  this  surfacing  will  more  than  equal  the  allommce  made 
for  track-laying  and  surfacing.  The  labor  cost  on  the  new 
construction  to  this  company,  chargeable  to  track-laying  and 
surfacing,  which  includes  the  labor  loading  and  distributing 
the  sandy  ballast  material  and  placing  it  imder  the  track, 
aggregates  about  $2200  per  nule;  most  of  the  material  t^ed 
was  secured  at  conv^ent  points  along  the  line  of  the  road. 
This  work  was  done  by  the  company's  forces,  and  did  not  include 
any  contractor's  profits,  which|should  be  allowed  in  the  recon- 
struction problem. 
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In  addition  to  these  charges,  the  company  found  it  neces- 
sary to  maintain  extra  large  track  forces  on  the  new  con- 
struction for  more  than  a  year  after  the  road  was  put  in  opera- 
tion for  schedule  trains. 

We  note  that  the  track-laying  and  surfacing  has  been  de- 
preciated, and  the  condition  percentage  is  now  shown  as 
eighty-eight.  This  appears  to  be  an  impossible  assumption. 
The  maintenance  on  the  track  tends  to  improve  rather  than  to 
depreciate,  and  condition  percentage  should  be  shown  at  least 
100  per  cent.;  in  fact,  we  claim  that  appreciation  should 
be  allowed,  rather  than  depreciation  made. 

Account  No.  IS.  Crossings  ami  Signs. 

Haven't  snfficient  time  to  check  up.   Price  per  cubic  yard 

for  concrete  in  overhead  crossing  bridges,  at  Raleigh,  does  not 
appear  to  include  the  forming.  For  extra  work  performed 
on  these  bridges,  for  which  form  was  required,  two  dollars 
per  cubic  yard  was  chaii^  by  the  <x>nti:actor. 

Attention  is  called  to  the  omission  of  an  overhead  crossing 
installed  by  this  company,  carrying  the  Seaboard  Air  Line 
over  its  tracks  at  Suffolk.  The  abutment  walls  are  of  granite, 
with  steel  bridge  spanning  the  opening.  We  claim  this  structure 
^ould  be  inventoried  to  the  Norfolk  Southern  Railroad. 

Accounts  Nos.  16-17,  Buildings* 

We  find,  in  hasty  examination,  that  paving  has  not  been 
allowed  at  the  Water  Street  Freight  Station  (Norfolk),  The 
a>mpany,  at  its  expense,  paved  in  front  of  this  freight  station 
and  driveways  on  both  sides;  a  large  portion  of  these  drive* 
ways  are  on  the  railroad  property  and  cost  of  the  paving 
amounted  to  12322.29.     This  should  be  included. 

Account  Ito,  18.   Water  Stations. 

The  prices  appUed  to  quantities  for  water  stations,  that 
we  have  been  able  to  check,  namely,  those  west  of  Raleigh, 

which  are  of  most  recent  construction,  indicate  that  the  unit 
prices  applied  are  for  materials  only  and  do  not  include  the 
cost  of  erecticm,  nor  is  any  allowance  made  iot  painting  of 
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these  structures.   The  amount  of  concrete  figured  in  a  number 

of  the  foundations  is  much  less  than  would  be  indicated 
by  the  minimum  allowance  on  the  plans  under  which  these 
were  constructed.  We  desire  time  to  go  more  into  the  details 
in  order  to  determine  whether  there  are  any  other  mnissiom. 
It  also  appears  that  no  allowance  has  been  made  for  handling 
the  material  on  the  company's  lines  from  point  of  delivery 
to  site  of  erection.  These  prices  for  tanks,  supports,  etc., 
have  been  compared  very  closely  with  {»ices  actually  paid, 
with  the  above-described  result. 

Aaeomtt  No.  19.   Fu»i  Stations. 

Fuel  stations  have  been  figured  for  reproduction  per  cubic 
foot,  which  gives  approximately  the  cost  of  erection  of  these 
structures  under  favorable  conditions;  howevo*,  water  was 
encountered  at  Charlotte,  N.  C,  necessitating  pumping  and 
water-proofing  of  the  pit,  which  added  several  thousand 
dollars  to  the  cost,  and  this  is  not  included  in  the  reproduction. 

At  Edenton,  N.  quicksands  were  encountered,  making 
it  necessary  that  sheet  piling  be  driven.  This  added  very 
much  to  the  cost,  which  has  apparently  not  been  taken  into 
consideration* 

Account  No,  23,  Wharves  and  Pocto. 

l^e  prices  for  piles,  thirty  cents  per  lineal  foot,  under  cut* 
off,  is  not  sufficient.   Heart  pine  piles  cannot  be  ptuchased  in 

the  section  in  which  these  wharves  are  located  and  they  must 
be  hauled  from  long  distances.  The  piles  will  cost  f.  o.  b, 
Norfolk  not  less  than  twenty  c^ts  per  foot;  with  allowance 
for  handling,  driving,  cutting  off  to  proper  level,  pulling  in  line, 
etc.,  and  contractor's  profits,  the  price  should  not  be  less  than 
forty-five  cents  per  foot.  For  treated  piles  in  this  section,  where 
we  have  wharves  and  docks,  not  less  than  sixteen  pounds  treat- 
ment is  required,  except  possibly  at  Norfolk  Harbor,  where  four- 
teen pounds  can  be  used.  The  price  of  creosoted  piles  f .  o.  b. 
creosoting  plant  would  be  twenty-eight  cents,  and  this  price, 
together  with  cost  of  handling  in  material  yard,  inspection, 
driving,  pulling  in  line  and  cutting  off,  would  bring  the  price  of 
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creosoted  piles  to  fifty  cents  per  foot,  to  which  should  be  added 
freight  charges  in  transporting  to  point  of  use. 

Dredging. 

We  do  not  find  dredging  allowed  in  Norfolk  Harbor  at  any 
point  other  than  at  our  Water  Street  Station,  at  which  point 
twenty  cents  allowance  per  cubic  yard  is  made.  This  allow- 
ance is  unreasonably  low,  and  could  not  possibly  be  based  on 
full  knowledge  of  conditions.  The  property,  into  which  this 
dock  is  dredged,  was  high  ground,  on  which  were  located  several 
brick  warehouses,  with  stone  foundations  supported  on  piles; 
all  of  this  material  had  to  be  removed  under  the  head  of  dredging 
and  the  lowest  bid  the  company  has  been  able  to  obtain  for 
this  work  was  eighty  cents  per  cubic  yard;  it  could  not  be  done 
for  any  less  sum  in  the  reproduction,  so  it  is  very  evident  that 
twenty  cents  per  cubic  yard  is  an  insufficient  allowance;  this 
material  had  to  be  taken  out  and  hauled  to  the  Govemment 
dimiping  ground  witii  scows. 

No  allowance  is  made  for  dredging  on  the  Berklev  side  of 
the  river,  where  the  company  has  transfer  slips,  wharves  and 
docks  for  handling  house  scows,  and  where  it  has  a  lumber  dock 
over  100  feet  in  width  and  800  feet  in  depth.  In  all  of  these 
docks  and  in  front  of  the  wharves,  dredging  was  done  at 
the  company^s  expense.  This  dredging  should  be  taken  in 
account  and  allowance  made  for  dredging  of  the  smaU  slips  in 
front  of  the  docks  and  at  the  transfer  slip  at  the  rate  of  thirty- 
five  cents  per  cubic  yard.  The  dredging  of  soft  material  from 
the  lumber  dock  slip  could  probably  be  handled  for  less  money; 
probably  twenty -five  cents  would  cover  the  charge.  It  must 
be  remembered  that  all  of  the  material  must  be  hauled  to  the 
Govemment  dumping  grounds. 

We  find  that  dredging  has  been  omitted  at  several  other 
points,  and  where  dredging  has  been  allowed  the  price  is  too 
low,  considering  the  conditions  under  which  it  has  to  be  done. 

At  some  of  these  points  it  is  impossible  to  get  local  dredging 
machines,  and  heavy  costs  are  encountered  in  hauling  dredging 
machines  from  source  of  supply  to  site  of  work,  which  adds  very 
materially  to  the  cost  of  the  dredging. 

We  recently  had  some  work  dtme  at  New  B&n,  N.  C,  which 
cost  us  fifty  cents  per  cubic  yard,  because  of  these  conditions. 
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At  practically  all  of  the  points  where  dredging  is  required, 
other  than  at  Norfolk,  the  bottoms  of  the  sound  and  rivers 
are  covered  with  old  cypress  stumps  and  roots^  which  cause 
contractors  to  bid  high  on  all  such  wmk. 


Account  Wo,  26.   Telegraph  and  Telephone  Lines. 

We  have  been  unable  to  check  the  details^  therefore  have 

no  comments  to  make  at  this  time. 


Account  No,  2.  Land, 

In  the  absence  of  detailed  statements,  it  is  impossible  for  us 
to  determine  wherein  the  discrepancies  he.  We,  however,  made 
a  very  earnest  effort  in  our  co-operation  with  the  Land  Depart- 
ment, to  avoid  any  difference.  All  of  the  quantities,  both 
rural  and  urban  lands,  were  checked  and  the  areas  of  various 
parcels  were  made  to  conform  in  our  records  to  the  records 
of  the  Government.  The  investigation,  made  with  the  view 
to  the  ascertainment  of  naked  land  values  of  adjacrat  prop- 
erty, both  by  records  of  sales  and  opinions,  were  strictly  in 
line  with  the  Government's  methods;  in  fact,  in  many  instances, 
the  same  records  were  examined,  the  same  sales  values  were  given 
and  opinicms  were  gotten  from  the  same  parties.  Our  under- 
standing was  that  there  was  practically  no  difference  between 
the  result  of  our  investigation  and  that  of  the  Government. 
Whereas,  in  studying  the  quantities  exhibited  in  the  report, 
we  find  a  very  great  variation  in  quantities  and  values,  which 
we  are  at  a  loss  to  account  f w. 

For  land  owned  and  used  for  carrier  purposes  in  Virginia  and 
North  Carolina,  under  Class  1,  the  Land  Department  shows  a 
total  area  of  9280.172  acres,  valued  at  Sl,990,844.28,  whereas 
this  company's  records  indicate  that  in  Class  1  there  are 
10,100.687,  with  a  total  value,  measured  by  the  naked  land 
values  of  adjacent  lands,  of  $4,111,309.84,  a  discrepancy  in 
acres  of  820.515,  with  a  value  discrepancy  of  $2,120,465.56. 

For  Class  No.  2  the  Govemment  figures  are  2338.943  acres,  a 
value  of  $588,899.93,  and  the  raihoad  totals  are  2456.753 
acres,  with  a  value  measured  by  naked  land  value  of  adjacent 
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lands  equal  to  $1,388,442.02,  a  difference  in  acres  of  117.81,  and 

a  value  equivalent  to  $799,542.09;  thus  resulting,  by  com- 
bining the  two  classes,  Nos.  1  and  2,  in  a  difference  amounting 
to  938.325  acres,  with  a  value  of  12,920,007.65. 

As  to  Class  No.  4 — ^Lands  Non-Carrier,  the  Government's 
figures  aggregate  2264.442  acres,  valued  at  $440,970.66,  whereas 
the  railroad  records  show  2775.445  acres,  with  a  value,  measured 
by  the  naked  land  values  of  adjacent  lands,  of  $572,525.42; 
there  being  a  difference  of  511.003  acres,  with  a  value  of 
$131,554.76. 

As  to  the  Aids,  Gifts  and  Grants,  we  note  that  the  Govern- 
ment has  placed  within  this  dass  3293.503  acres,  equal,  by  their 

estimates,  in  value  $412,537.08.  The  railroad's  classification 
under  this  heading  shows  only  2509.407  acres. 

It  is  stated  in  the  text  of  the  report  that  the  schedules  filed 
by  the  railroad  were  of  some  assistance,  but  were  incomplete, 
in  that  they  did  not  contain  all  of  the  lands,  the  deeds  to  which 
recited  only  nominal  considerati<»is.  In  this  connection  we 
advise  that  we  carefully  reviewed  all  of  the  deeds  as 
recorded  on  Forms  D.  V.  107,  and  where  it  was  not  thought 
that  the  consideration  mentioned  in  the  deed  was  a  fair  price 
for  the  property  at  the  time  of  its  purchase,  we  listed  them 
tmder  the  heads  of  Aids,  Gifts,  Grants,  etc.,  and,  therefore, 
claim  that  our  list  is  complete.  We,  however,  claim,  based  on 
the  information  furnished  to  the  Government,  in  connection 
with  Valuation  Order  No.  16,  in  which  we  recited  the  conditions 
under  which  158  pieces  of  property  were  secured,  the  deeds 
to  which  mentioned  a  nominal  consideration,  the  aggregate 
cost  being  only  S163,  and  our  records  showed  that  the 
actual  consideration  for  this  property  was  $11,215,24;  these 
coupled  with  our  experience  in  such  matters  on  the  Norfolk 
Southern  Railroad  indicate  that  simply  because  a  nominal 
consideration  is  mentioned  in  the  deed,  it  is  not  an  indication, 
and  should  not  be  accepted  as  such,  that  the  property  was  a 
gift  to  the  railroad  company.  The  owner  should  have  the 
benefit  d  the  doubt. 

We  note  on  page  5,  No.  3,  of  the  text  of  the  report,  that 
it  is  stated  that  the  non-carrier  list  was  submitted  to  the 
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carrier  for  criticism  and  das^fication  discussed  with  the 

Carrier  Report.  We  understood  that  these  classifications  were 
agreed  upon,  but  basing  criticism  upon  the  report,  our  belief  is 
that  the  agreement  has  not  been  adhered  to. 

On  page  5,  No.  7,  it  is  stated  that  the  areas  of  zones  were  ascer- 
tained by  the  computer  and  checked  with  the  original  tracing, 
and  are,  in  practically  all  instances,  agreed  upon  with  the 
carrier.  We  have  previously  stated  that  these  agreements 
yme  had,  but  if  we  are  to  accqpt  the  repMt,  they  have  not  been 
adhered  to.  The  desire  of  the  carrier  is  to  check  the  details 
making  up  this  report,  with  its  records,  in  order  to  determine 
wherein  the  discrepancies  lie.  We  have  not  had  sufficient 
time  since  the  receipt  of  the  repcMt  to  do  this.  We  note  that 
the  railroad  company's  interests  in  streets,  alle3rs,  highways, 
beds  of  navigable  streams,  etc.,  are  not  represented  by  the  land 
section,  but  that  these  matters  are  to  be  handled  under  ordi- 
nance and  franchises,  which  rq>ort  has  not  been  received. 

* 

Signals  and  Interlocking. 

Under  this  account  no  mention  is  made  of  this  company's 
interests  in  interlocking  plants  at  Tidewater  Junction  or 
Carolina  Junction,  on  which  this  company  pays  interest  <m  the 
proportion  of  the  cost,  whidi  matter  has  already  been  reported 
to  the  engineers  on  the  Valuation  Division.  No  mention  is 
made  of  crossing  and  interlocking  with  the  Foreman-Blades 
Lumber  Company  at  Elizabeth  City,  N.  C.  This  crossing 
and  signal  was  installed  and  is  owned  by  the  Norfolk  Southern 
Railroad  Company. 

With  reference  to  the  Accounts: 

31. — Power  Transmission  Systems, 

37.  — Roadway  Machines, 

38.  — Roadway  Small  Tools, 
44. — Shop  Machinery, 

51.  — Steam  Locomotives, 

52.  — Other  Locomotives, 

53.  — Freight  Cars  and  Work  Equipment, 

54.  — ^Passenger  Train  Cars, 
66. — Motor  Equipment, 
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56. — Floating  Equipmeutj 
&7.— Work  Bquipment, 
we  are  unable,  within  the  time  a]k>tted,  to  cheds:  these  accoimts 

either  as  to  quantities  or  prices.  This  will,  however,  be  done  at 
the  earliest  possible  date. 

Apcount  No.  1.  Engineering. 

The  report  has  allowed  for  engineering,  on  the  three  con- 
struction districts,  foiu:  per  cent,  on  Accounts  3  to  46,  inclusive, 
exdusive  of  Accounts  39,  40,  41  and  42.  There  is  little  ot  no 
Government  data  based  on  surveys,  to  be  obtained,  for  territofy 
between  Raleigh  and  Charlotte.  When  the  Norfblk  Southern 
undertook  its  extensions  to  Charlotte,  and  the  linking  of  the 
new  lines  purchased,  by  the  construction  of  road  from  Varina 
to  Colon,  it  was  found  that  complete  surveys  had  to  be  made, 
embracing  all  the  section  of  the  country  between  Raleigh  and 
Colon,  through  Wake  and  Chatham  Counties,  and  the  surveys 
had  to  be  made  with  Troy,  N.  C,  as  the  base,  embracing 
counties  of  Mcmtgcmiery,  Stanley,  Cabarrus  and  Mecklen- 
burg, going  as  far  north  as  Concord  and  Albermarle.  These 
investigations  and  surveys  developed  the  fact,  that  the 
construction  of  road  from  Troy  to  Albermarle  and  Concord 
were  more  expensive  than  it  was  thought  the  traffic  would 
justify,  and  the  line  was  therefore  dropped  further  south,  until 
the  present  location  was  reached.  If  the  work  was  again  con- 
templated and  the  owners  were  of  the  same  opinion  prevailing 
at  the  time  this  road  was  constructed,  exactly  similar  lines  of 
procedure  would  be  necessary.  The  cost  of  making  these  sur- 
veys, in  order  to  develop  the  lines  to  be  constructed,  and  meet 
conditions  imposed,  within  the  amount  believed  to  be  justified, 
by  the  estimated  traffic  and  the  engineering  cost,  in  connection 
with  construction  cm  these  lines,  was  . for  the  line  between 
Varina  and  Colon  4.67  per  cent.;  surveys  from  Mt.  Gilead  to 
Charlotte  amounted  to  5.73  per  cent.  It,  therefore,  appears 
that  an  allowance  equal  to  five  per  cent,  of  the  total  cost 
embraced* in  Accounts  3  to  46,  inclusive,  wcmld  be  required 
in  this  district,  and  that  at  no  part  of  the  line  should  the  cost 
show  less  than  S750  per  mile.  It  also  appears  that  for  the 
oh^f-kj^g  of  plans,  the  inspection  and  other  expense  in  connec- 
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tion  with  pixrchase  of  equipment,  that  at  least  two  per  cent, 
^ould  be  added  to  Accounts  51  to  58.  There  should  likewise 
be  added  to  Account  No.  2,  Lands  for  Tranqiortatioa  Purposes^ 

a  percentage  to  cover  the  salaries  and  expenses  of  right-of-way 
agents,  and  other  cost,  other  than  law  expenses  in  connection 
therewith. 

General  Expent— « 

This  company  has  no  records  that  will  enable  us  to  determine 
the  proper  percentages  to  be  allowed  on  all  accounts  to  cover 
general  e:q>enditures.  It  is  noted,  however,  in  the  xeportf  that 
the  study  of  the  Winston-Sal^  Southbound  Railroad  records 
show  that  1.2  per  cent,  of  all  Accounts  1  to  58,  inclusive, 
(excepting  Accoimts  2,  39,  40,  41,  42  and  47),  was  developed, 
to  apply  to  Accounts  71  to  77  inclusive,  (excepting  Account 
76).  It  is  not  thought  that  the  Winston-Sal^  Southbound 
records  are  complete  in  this  respect  as  the  two  operating  roads 
constructing  this  line  fiurnished  general  service  without  charge, 
and  mwe  complete  investigation  would  reveal  that  this  cost 
had  readied  a  much  higher  pocentage. 

We  cannot  understand  why  Accoimt  No.  2  was  cmiitted. 
Considerable  time  is  spent  during  the  first  year  in  the  promotion, 
in  studying  the  country  and  securing  land,  options,  right-of- 
ways,  etc.,  and  which<!Ould  hardly  be  charged  off  in  a  perc^tage 
of  cost,  to  right-of-way,  by  parcels,  and  unless  the  percent^ 
is  added  under  **  General  Expenditures  "  to  cover  these  expenses, 
it  does  not  appear  that  an  account  will  be  taken  thereof. 

Aowint  Wo.  76.  Intar— 1»  During  Construction, 

As  to  Account  No.  76 — Interest  During  Construction.  It 
is  noted  that  interest  is  figured  at  six  per  cent,  for  one-half  the 
amstruction  period.  We  belkve  that  the  interest  should  be 
figured  for  a  much  longer  period;  money  must  be  secured  in 
advance  and  it  is  considered  good  policy  to  arrange  for  providing 
funds,  for  estimated  expenses  for  one  entire  year  in  advance. 
Assuming  that  the  wwk  could  be  ccnnpleted  in  two*  years,  as 
estimated  in  the  report,  the  interest  sh<mld  be  figured  on  the 
money  necessary  to  secure  for  the  first  year's  work  for  the 
entire  twQ  years;  for  the  second  year,  the  interest  should  be 
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figured  on  the  numey  secured  for  the  second  year's  work,  for 
the  one  year.    If  the  Imiger  period  of  thne  was  tequked,  it 

is  be  expected  that  the  same  methods  should  be  used. 
We  see  no  reason  why  Account  No.  2  should  be  omitted  in 
figuring  interest.  One  of  the  first  expenditures  made,  is  for 
rights-of-way;  no  benefit  is  derived  from  this  by  the  raikoad 
until  the  road  is  actually  placed  in  operation;  interest  should, 
therefore,  be  allowed  on  Account  No.  2,  from  the  time  money 
is  secured  for  such  purposes  until  completion  of  the  road. 
The  same  principle  would  apply  to  all  of  the  Accounts  51 
to  77. 

Depreciation, 

Our  viewpoint  in  reference  to  depreciation  is  so  different 
from  that  estimated  in  the  report  that  it  is  hard  to  make 
comparison.  The  chief  basis  for  their  depreciation  is  an  esti- 
mated total  life  of  the  property.  The  fact  that  timber  bridges 
and  trestles  can  be  maintained  indefinitely  seems  to  have 
been  lost  sight  of.  A  structure  inspected  at  any  particular 
time  may  require  timber  renewals,  and  if,  because  of  these 
required  repairs,  the  structure  is  depreciated,  and,  as  is  often 
done,  the  material  is  replaced  with  new,  within  a  few  days 
after  the  inspection,  it  is  evident  that  there  is  a  permanent 
loss  to  the  property  which  cannot  be  in  any  way  replaced, 
as  the  maintenance  repairs  are  not  permitted  to  be  charged 
to  capital  account.  The  maintenance  of  trestles  and  culverts 
on  this  company's  lines  is  adequate  to  provide  for  service 
for  an  indefinite  period.  Of  course,  if  property  has  depre- 
ciated beyond  requirements,  for  a  year's  maintenance,  and 
thus  there  is  found  d^erred  maintenance,  scnne  account  may 
be  taken  of  this,  but  if  the  condition  is  such  that  one  year's 
maintenance  will  bring  the  structures  up  to  one  hundred 
per  cent.,  it  should  be  so  accounted. 

If  the  depreciation  method  adopted  is  to  be  used,  it  means 
a  great  and  permanent  loss  to  the  carrier  and  destruction  of 
capital  expenditures  that  cannot  be  returned  to  the  investors. 
It  is  claimed  that  any  structure  maintained  up  to  the  standard 
required  by  the  specifications  and  traffic  conditi<ms  should 
be  omsidered  one  hundred  per  cent,  structures.  .  The  main^ 
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traance  r^uired  on  any  structure  at  the  time  of  tt^  in^pecti^m 
does  not  affect  the  value  of  the  structure  to  the  property, 
provided  it  is  in  such  physical  condition  as  to  properly  and 
safely  carry  the  traffic  pertaining  thereto.  The  report  shows 
no  depreciation  on  grading,  but  it  does  not  take  into  account 
the  fact  that  the  grading  is  subject  to  appreciation.  There 
is  no  question  whatever,  that  a  solidified  embankment,  made 
so  by  long  years  of  use  is  much  more  valuable  than  a  new 
roadbed,  the  maintenance  of  which  for  a  number  of  years  is 
considerable  drain  on  the  resources  of  the  company.  Due  to 
continued  settlements,  the  necessity  for  hauling  in  additional 
material,  to  maintain  the  tracks  to  grade,  and  to  maintain  the 
embankments  to  full  width  of  roadbed,  adds  to  the  cost. 

In  home  trestles,  piles  are  generally  depreciated  in  the  n^Kxrt, 
and  we  claim  that  sudi  depreciation  could  occur  only  above 
the  water  line,  and  that  the  percentage  that  is  figured  off,  as 
depreciation,  is  in  reality  maintenance  requirements  and 
should  not  be  figured.  If  d<me  so  it  would  result  in  a  par- 
centi^  loss  to  the  railroad  company  in  values  that  caxmot 
be  replaced,  although  the  piles  to  which  exception  is  taken 
may  be  replaced  with  timber  on  the  day  following  that  of  the 
inspection.  There  could,  of  course,  be  no  deiniedation  of  the 
pites  below  the  water  level.  We  note,  also,  that  piles  have 
been  depreciated  in  foimdation;  this  is,  of  course,  based  on  a 
theoretical  service-life  table,  which  is  not  applicable  to  the 
situation.  Piles  driven  in  foundations  cut  off  below  water 
line  do  not  dq»reciate;  their  life  is  indefinite.  Piles  taken 
out  of  the  water  on  this  company's  lines  are  known  to  have 
been  in  existence  for  nearly  one  hundred  years. 

Depreciation  has  been  made  on  cast-iron  culvert  pipe. 
It  is  not  clear  to  us  as  to  why  cast-iron  culvert  pipe  ^ould 
depreciate.  Its  use  under  railroad  embankments  has  not 
been  of  sufficient  duration  to  permit  forming  any  definite 
conclusions  as  to  its  service  life. 

Dmyciation  Cr0»s»ti—  and  Raii»> 

The  report  has  depreciated  cross- ties  fifty  per  cent.,  and  new 
rails  as  much  as  fifty-six  per  cent.  The  actual  ccmditions  do  not 
justify  such  .figures,  inaccurate^  results  are  obtained  by  the 
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methods  adopted,  which  result  is  large  losses  in  values;  we  pro- 
test against  the  methods  adopted  and  results  obtained. 

Track-Laying  and  Surfacing, 

It  is  not  dear  to  us  as  to  why  track-laying  and  surfacing 
has  been  depreciated.   The  cost  for  track-laying  and  surfacing 

is  assumed  to  be  sufficient  to  place  the  road  in  condition  it 
was  found  at  the  time  of  the  Government  inspection.  The 
service  condition  assumed  is  seventy-seven  per  <^t.  Our 
belief  is  that  it  should  be  one  htmdred  per  cent.  We  have 
no  information  as  to  why  this  depreciation  was  made;  it  is 
certainly  not  supported  by  conditions.  If  any  changes  from 
one  hundred  per  cent,  condition  for  track-laying  and  surfacing 
were  made  it  should  rather  be  in  the  nature  of  appreciation^ 
as  under  ordinary  maintenance  the  track  condition  should 
improve. 

In  the  depreciation  of  frame  buildings,  I  understand  the 
assumption  is  that  a  frame  structure  is  good  for  fifty  years 
with  average  maintenance.   The  railroads  in  all  of  their  used 

structures  maintain  to  a  reasonably  high  standard,  certainly  a 
standard  equal  to  that  demanded  by  the  service.  The  prin- 
cipal structures  so  maintained  should  be  good  for  a  mudi 
longer  period;  in  fact,  there  are  buildings  al<mg  this  company's 
lines  now  used  for  residences  in  various  towns  that  have  existed 
for  more  than  one  htmdred  years  and  are  in  reasonably  good 
conditicm. 

It  is  noted  that  no  depreciation  is  figured  on  dredging,  because 

the  yardage  of  dredging  is  based  on  actual  measurement  of 
present  conditions.  This  method  was  discussed  and  is  satis- 
factory to  us. 

Account  No,  44.   Shop  Machinery  and  Tools. 

We  note  that  for  small  roadway  tools  a  fiat  depredation 
•  of  fifty  per  cent,  is  made;  that  for  shop  machinery  average 
depreciation  of  thirty  per  cent,  was  made.  We  fear  that  in 
depreciating  many  of  these  machines  an  estimate  of  future 
obsokscence  has  been  tak^  into  considoatioii  rather  than  the 
actual  condition  of  machine  on  date  of  valuation. 
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Depreciation  of  Roiling  Equipmnfc 

It  is  stated  that  the  dqiredatkm  of  ndling  equipment  was 
made  in  accordance  with  ob6ervati<m  m  the  field.  We  have  not 

had  time  to  check  over  each  individual  locomotive  or  class  of  cars 
to  ascertain  whether  the  reproduction  cost  was  reasonable,  and 
to  make  investigations  to  ascertain  as  to  conditionst  in  order  to 
determine  ^prftetha*  the  reproducticm  cost  less  depreciation  meets 
the  conditions.  We,  however,  investigated  cost  prices  as  to  two 
principal  classes  of  cars.  Series  1540  to  1749,  box  cars  pur- 
chased in  1906,  the  reproduction  estimate  is  $570,  whereas  these 
cars  actually  cost  the  railroad  onnpany  $663  each;  for  Series 
4000  to  4599,  purchased  in  1907,  the  reproduction  value  in  the 
report  is  $750;  these  cars  cost  the  company  $875  each. 

The  report  states  that  prices  of  locomotives  and  cars  were 
brought  to  normal  as  oi  June  30, 1914.  By  study  of  diagrams 
showing  fluctuations  of  prices  it  will  be  seen  that  prices  for 
1914  were  abnormally  low,  being  the  lowest  price  for  ten  years. 
Fixrthermore,  if  the  reproduction  of  theNorfolkSouthem  Railroad 
is  to  be  completed  and  placed  in  operation  June  30, 1914,  the 
equipment  would  certainly  be  contracted  for  in  advance  and  the 
prices  for  1913  would  be  more  nearly  correct.  It  is,  therefore, 
reasonable  to  assume  that  a  low  reproduction  value  has  been 
used  in  figuring  the  cost  of  all  of  this  company's  equipment,  and 
time  must  be  had  to  make  a  very  titummgh  study  of  the  matter. 

Chacklnfl, 

Since  the  receipt  of  the  reports  we  have  given  them  a  hurried 
review,  but  have  not  had  sufficient  time  to  make  a  detailed 

checking  either  of  quantities  or  extensions,  we  however  noted, 
as  might  be  expected,  several  clerical  errors  which  point  to  the 
necessity  for  a  carefully  detailed  review  of  all  quantities,  unit 
prices  and  exten^i»is.  Qmsidoing  the  amount  of  work  to  be 
done  and  its  importance,  considerate  time  will  be  required ;  we 
hope  this  necessity  will  be  recognized  by  the  Valuation  Division 
and  official  action  deferred  to  allow  for  such  examination* 
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